INTZRSTATE COMIMERCE CONMIISSION
WASHINGTON

INVESTIGATION NO. 2215
CHICAGO AND WESTERN INDIANA RATLROAD COMPANY
REPORT IN RE ACCIDENT
AT DOLTOX, ILL., ON
NOVEMBER 17, 1948
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SUMMARY
L _
Railroad: Chicago and Western Indiana
Date: ~ November 17, 1948
Locatipn: Dolton, Il11.
Kind of accident: Collision
Eguipment involved: Cut of C. and W, I, : C,& E.I,
parsenger-train passenger
cars train
Train number: ¢ 20
Engine numbers: 21G : Diesel-elcectric
unit 1102
Consists: 4 cars ¢+ 4 cars
Egtimated speed: tarding Lt 30 nm. o p, h,
Operation: Timetavle and automatic block-signal
system; yard limits
Tracks: Double; tangent; 0.31 percent
’ ascending grade southward
Weather: Clear; dark
Time: 6:37 p. m,
Casualties: 61 injured
Cause: Failure to operate passenger *rain in

accordance with signal indic-tion



INTEZRSTATE COMMERCZ CCMMISSION

INVESTIGATION HO, 3218

IN THE MATTER OF MAKING ACCIDENT INVESTIGATION REPOATS
UNDER THE ACCIDINT REPORTS ACT OF MAY 6, 1910.

CHICAGO AND WESTERN INDIANA RATILROAD CCMPANY

February 92, 1949

Accident at Dolton, I1l., on November 17, 1948, cauged
by failuvre fo oper.te a pa~cenger train in accordance
vwith a signal incication.

1
REFORT OF THE COMMISSION

PATTERSON, Commissioner:

On November 17, 1948, there was a collision betve%n a
Chicago and Eas terq Ill;ﬂ01s Railrcad chsengpw train and
a cut of passenger—-train cars on the Chicago and Jeutern
Indiana Railroad at Dolton, I1ll., wkich ¢esu1ted in the
injury of 56 passeingers, 3 dining-car employees and 2 troin-
service employees.

1
Under authority of scction 17 (2) of the Intcrstate Com=—
merce Act the above—entitled proccueding was referred by the

Commission to Commissioner P%uuoruon for consideration and
dl upOuJ_tlon.
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Locotion of Accidont and Metlnad of Cnoration

Thic rcecident occurred on that part of the 1inv whien

cextends between Chicago and Dolton Ject., T11l,, 1G. 1\L.
In the vicinity of the point of accident thiﬂ s a dhu-x
~ e

track line, over whlch traing movins iith the onrrent of

traflic are operated by timetable ond an automatic hlock—
slznol system., Trains of tke C.& Z,I, are ﬁrulawly opesirnt:
over this line. At Dolton, 16.5 nileg soutL of Chicarc, ©wn
hand—operated trailing-point cro NoVETS, deslimnted fron

north to south ag crossovers 1 G 2, onuec+ the main trncas
at points, respectively, 576 1Pet norts nad 410 feel, coutl:

of the station, The acecldent ocrur»cd =;itiidln yard 1imits on
the southuard main track at a point 222 feebt norti of tic
station., From the north the main tracks e tungent thromgiout
a distonce of £.22 miles to the point ¢l uceident and 2,370

4.,

feet southward. The grade is 0,31 percent nccerding sovshnord,

™
_J
a
1

utomatic sigrniia No~n, 121 ~nd 123, roverning souih-
bound movements on the sousawu¢c wmin Sracl, are, respoclively,
1.07 miles 2nd 2,007 fect north of th: po'.nt of rccident.
These signals are of the one-nrm semnihore type, nnd they dlsploy
three acspects. They are continuously 1lirt.5ed. The involved
night aspects rnd corresponding indisstions of these slrnals
are a5 folliows:

Signecl Agncet Indication
121 Yellow CAUTICH; procood

corefully

123 Red STCP; procuerd
unter control

when %the Dblock oy sl nal 128 is ocramiod thot si~nnl 1i%en tcs
ston—p“oceed—undor-control and si~nal 121 indicates caubtion—
proceed—=caretfuily,

The ,ontro¢;*n“ cliculte of thece sitnoals “re go arronced that

The north yard=limit sign ig locot~d 2,002 feet north
of the point of accident.
This carrier's operating rules rec” *n yrovt as follows:

URDER CONTROL,~~Eeiny able to stop witliin the
Mistance tr.ock 1o secn to Le cleon



B3. A train must nct leave 1ts initial station
¥ * % yntil it lLeos been aseertained whether all
guperior trains due 1.0ve 1cft,

85, Waen a trein of one schefule is on the “ime '
of another schedules cf the same clags 1t will proczed
on ite owm sc&eaulv.

Treins of the same clase moy pass and run ohiead of
each other witiout special order,

87, An inferior train must cleai the time of =2
firgt cloesg troain not lese than filve minutes; but
rmust te clenr ot the tlme o filrgt class train in
t:.2 rame direction s dn: teo leeve the next station
in tle rear wvhcecre time is shom.

95, Within:- yard limits the moin track mey be
used, protecting agninst first class trnins.

A
o

oSt W

99, Then a troin stone or ie delnyed under
cilrcumstonecs in which 1 may ue orertaker. by cnother
train, the fleeman nust ;0 back immedin<ely wlth stop
simnrls a suft'icicent distriice to inrfur. full protection.
When recalled he way return to his train, firet placing
two torpedoes on the raili, whien the coaditions require
it, end, when zdded protection is needed, a lighted
fusee musct be vsed,

Tre frcnt of a train must be protected in the
vay waen nececcary, by tlhe frront brekencr or T

Timetable special rvles read in part as follows:

2. £11 trailns departing flom Deorborn Station 1ill
receive from the C.& W.I, Dispatcher's office o cleorunce
card as authority for mcvenernt,

AB-T. Block oigndl vill not relicve trninmen fron
properly protecting their trein by Mo as reguired

by thn rules. ) ,.

AB-&, Wren a train 1s csftopned by ~n autoratic block
slgnal 1f *fle signal does not cicay a% once traln mny
Proceed uader control not %ie etcced L& milore per hour,
expecting %o find truin i1 " lc3k, broken rail or uu_fch
rot properi; sev.



-7 - 3215

AB-10., Block signals control the use of the blocks,
but unless otherwisc providcd, do not affect the
supecriority of trains under the time table or traln
rulcs, nor dispsense with the use or the observance of
other signals whenever and uvherever they may be required.

The maximum authorized speed for passenger tralns is
60 miles per hour.

Descrintion of Accident

No. 75, a south-bound first-class C., and W.I. passenger
train, consisted of engine 210, three coaches and one
basgage car, in the order named. All cnrs were of all-stcel
construction., This train arrived at Dolton about 6:30 p. m,.,
anl stopped with the rear cnd standing 222 feet north of the
station. Soon afterward the engine vas detached, a~nd it
proceeded southward to crossover 2, backed through the
crossover to the northward moain track and wes proceeding
toward crossover 1 when thic most northerly of the cut of cars
standing on the southward mein track s struck by No, 25.

No., 25, a south-bound first-closs C.& E.I. passenger
train, consisted at the time of thc nccident of Dicsel-clectric -
engine 1102, one grill car ond three coaches, in the order
named. All cars were of lighitucight-stecl construction. This
traln departed from Chicago 2t 5:10 p. m., on time, entered
o siding at 47th Stect, 12 miles north of Dolton, to change
engincs, passed Oakdale, the last open office, 6.5 miles north
of Dolton, at 6:28 p. m., 58 minutecs late, ~nd while moving
at an estimated specd of 30 milecs per hour 1t struck the north
cnd of the cut of passenger-train cars standing on the southward
main track.

The rear car of the cut of cars was telescoped a
distance of about 15 feet, The cut of cars was moved
soutiward a distance of 401 feet but remained on the track.
The rear car was practically demolished, and the other three
cars wvere badly damaged, The front vheels of the rear truck
of Diesel~electric unit 1102 were derailed, and the front
end was badly damaged,

The engineer and the fireman of No. 25 were injurecd.

The weather was clear and it was dark at the time of
the accident, which occurred at 6:37 p., m.
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Discussion '

The rules governing oneration on that part of the line
on which the accident occurred provide that ftrains of the
same closs may pass and run alead ol each otker without
spcolal order. An inferior traln must clear the time of a
Tirst=clnss traln not less than 5 minutes. Flag protection
is required against filrst-class trains for any Traln or
cculpment oceupying o main track within ard-limits. Block
signals do not relieve tralmmen from properly protectins tThelr
train by flar. A train may, after stopping, pass an autom~tiic
block signel indicating ctop, and procecd into the block in
such manner that 1t cun be gtopped wlthin the dlstance the
track 1s ceen to be clexr but at o sveed not exceeding 15 mileg
‘per hour, All employces involved nnderstocd these requirements,

No, 75 1s scheduled daily, except Sunday, to arrive
at Dolton, its final tevminol, at 6:34 p. m. The crew
conslsts of *thc englneer, the flireman, the conductor and
tne flagman. Upon arrival at Dolton, passcngers are
dl'scharged, then the conductor reporis by telephone to thz
digpatcher the time of arrival of the train at Doltaon.
There is no operator on duty at Dolton. The conductor then
obtains orally from the dispatcher pertinent information
concerning the movements of other trains on the northward
main track at Dolton, During this time the flagman removes
the markcer lamps from the rcar of the last car. He then
detacnes the engine, which ig moved southward to 2 poin%
south of the south switch of crossover 2. He opecrates the
switches of crossover 2, throuch which the cngine 1s brcked
to the northward main track. A[%or the swiltches of crossover
2 are opcrated to thelr normel mosition, the c¢ngine then is
moved nortnward to a point north of crosrover 1. The flagman
reversecs both switches of crossover 1, tie -engine 1s moved
through thc crossover to the southuard moin treck, and then
the engine 1s attoched to the cut of cors. After the morker
lamps are plreced in proper pogition and pacsengcers are londed,
this moverent then procceds northword on the southward main
track, then through crossover 1 to the northwrrd maln track,
and thecre it ossumes th schedule of Np. 74, a north-bound,
firste=class pasrsonger train. This trein is scheduled to lecve .
Dolton at 6:40 p. m., 6 minutcs nfter the arriving time of
No, 75 at that station.

The investisation dlscloscd that the conductor of No, 75
ascertalned frem the troin register at Chicogo that Mo, 25,
scheduled to leave Chicogo ot 5:10 v. m,, had departed from
that station on tine. No. 75 departed from Chicago at 5:43
p. m. and stopped on the southward main trnck at Oakdale, 6.5
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miles north of Dolton, ot 6:12 p. m., vherc statlon work wos
performecd. The operater at Oakdnle orally informed the
conductor of No., 75 that his train had passed No. 25 at 47th
St., 12 miles north ol Dolton, =nd that No. 25 would be 55
minutes late. The conductor said he undcrstood the operator
to say that No. 75 had pnasscd No. 25 at 47th St. and that lNo.
25 would arrive at Oakdale nt 6:40 or 6:50 p. m., nd so
informed the flagman. The conductor said that, beeause No.
74 wuns scheduled to lcave Dolton at 6:40 p. m. and since lo,
25 would not arrive at Dolton before 7 p. m.,, 1f 1t passcd
Onkxdale at 6:50 p. m., he did not tell the cnginemen thot their
train had passecd No. £5, as that informntion would bec of no
value to them. The enzineer sald that he saw a passcnger
train at 47th St. and so informed the fireman, but nelther
identified the train as No, 25, No. 75 departed from

Oakdale at 6:13 p, m.,, and stopped on the southvard main

track at Dolton at 6:30 p. m, The flagmen remcved the marker
lights from the brackets on the rear of the last car just
before the train reached Dolton, nnd he said that he placed

a lighted red lantern on the noith end of this car. After

the stop was made, the conductor reported by telephone to

the dispatcher that llo. 75 hed arrived at Dolton at 6:30 p, m..
and that llo, 74 would depnrt from thr.t station at 6:40 p, m,
The dispatcher reminded the conductor that only a short time
remained for thelr movement to clcar o, 25, Upon arrival

at Dolton, the flogman detnched the engine without closing

the angle cock on the cor behind the cngine, This chused

the brakec on thn cut of cars to be applied in emérgency.

The ecngine then was moved soutiamrd and backed through
crossover 2 to the northrrard main track. After both switches
of crossover 2 were lined for normal main track movements, the
engine was moved northward on thc northward main track. The
engineer and the fireman wer~ in thelr respective positions in
the engine cab and were maintaining o lookout to the north.
The hendlight on the recar of the tender was lighted brightly.
The flogman wos on the left pillot-step of the engine and the
conductor had boarded the enginc & short distance north of

the crossover and was on the risht pilot-step. The engincer
and the conductor obscrved the apnroaching herdlight of No.

25 but they said that they thought it was an extra train,

and they tcok no nction to »rovide flag protection. The
collision occurred 3 minutes after the termination of the
schedule of No, 75, when their engine was adjacent to the

cut of cars. Thc crev of No, 75 said that preoviously under
similecr conditions they nhad not furnished flog protection

ct Dolton, and that tlicy Licd never been criticized by any
official for not doing so. They said they reclied to =

certain cxtent on automatic block signals to protect the
euvitching movements at Dolton.
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No, 25 departed from Chicago at 5110 v, m., on time,
stooped at 47th St. 2% £i21 p. m,, ond cleared the m2in trock
becausc of defec tivo braiie no*;onc“* on the enzine. After
anotiier engine had been Quuac“ed this train entered the f
southward main track, and departbﬁ from 47th 5t. at 5:17 », m.,
58 minutes late and 24 minutes after Ho. 75 had passed
that station. No. 25 passed Oakdale at 6:28 p., m., 53
nminutes late and 15 minutes behind llo., 75, As this train
approoched Dolton, the enginemen were in thelr respeccive
positions in the control compartment at the front of the
Diesel~electric unit Tl.e headlinh“ and the oscillating
slsnal 1lizght were 1i hted. Tre vr:kes of this train had
been LCSt?d and hcd functionea nroperly en route. The
members of the train crew were in various locations throughout
the trein, Signal 121 indicated cautlon-proceed-carefully
and signal 123 indicated stop-proceed-under-control. The
engincmcn called the indications to each other, The train
was stopped ot signal 123, then it immecdiately proceedced.

The enginecr scid that the throttle was in l'o. 3 pulling
nosition. Both enginemen said that the rear herdlight on the
engine on tihie northward main track rrevented them from sceing
the cut of cais on the routlrrard mein track until thelr engine
was within 25 feet of the most northerly car. At that time
the speed had been increised to about 30 miles per hour. The
engineer placed the brake valve in the emergency position, but
the collision occurred btefore the brakes became applied.

Cause
It is found that this accident was caused by fallure
to opcrate a passencer train in accordance with a signal
indication.

Dated at Washington, D, C., this ninth
day of Februory, 1942,

By the Commission, Commlssioner Pattcrson.

( SEAL) W. P. BARTEL .

Secretary.



